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NOTICE

Thistechnical report does not necessarily represent final EPA decisions or positions.

It isintended to present technical analysis of issues using data that are currently available.
The purpose in the release of such reportsis to facilitate the exchange of
technical information and to inform the public of technical developments which
may form the basis for a final EPA decision, position, or regulatory action.



1.0 INTRODUCTION

The MOBILE6 emissions inventory model will allocate vehicle exhaust emissions
between engine start (start emissions) and travel (running emissions). This split allows the
separate characterization of start and running emissions for correction factors such as fuel
effects and ambient temperature. It aso enables amore precise weighting of these two aspects
of exhaust emissionsfor particular situationssuch asmorning commute, parking lot and freeway
driving. Thisdocument describesthe methodology used to cal cul ate thein-use deterioration of
running emissions and presents estimates for model year 1981-1993 light-duty cars and trucks
proposed for usein MOBILEG. The deterioration of start emissionsis addressed in a separate
document.*

Section 2 describes the Federal Test Procedure (FTP) data sources and the model year
and technology groups used. Section 3 presents the methodology for calculating running
emissions from FTP bag data. It contains a basic overview of the FTP, defines al of the
applicable emission terms, and providesthe cal cul ationsfor determining the base unit of engine
running emissions. Section 4 describes models and results for the in-use deterioration of
running emissions asafunction of mileage. Section 5 reports on high emitter correction factors
which are applied to the deterioration estimates. Section 6 displays the final resultsin tabular
form.

20 FTPDATA SOURCESUSED

FTP datasets were used to determine in-use deterioration. The FTP-based emission
estimates were then adjusted by applying high emitter correction factors derived using Ohio
IM240 data. This section describes the FTP data sources used. Three FTP data sources were
used: (1) the test results from the EPA laboratory in Ann Arbor, Michigan; (2) data received
fromthe American Automobile Manufacturers Association (AAMA) based on testing conducted
inMichigan and Arizona; and (3) American Petroleum Institute (API) datacollectedin Arizona.
Model years range from 1981 through 1993, and vehicles include both cars and trucks. Table
1 gives a breakdown for the light duty vehicle sample by vehicle type, model year, and
technology for the three datasets combined.

Most of the 1990 and |ater model year vehicledatawere supplied by AAMA, whilemost
of the pre-1990 data came from EPA laboratory testing. The API sampleis arelatively small
sample (99 cars and trucks). Itschief appedl isthat the vehicles have generally higher mileage
readings (all over 100,000 miles) than the rest of the sample. There is a general trend from
carbureted and open loop technologies in early model years to fuel injection in more recent

'Glover, E. and P. Carey, “ Determination of Start Emissions as a Function of Mileage and
Soak Time for 1981-1993 Model Y ear Light-Duty Vehicles,” Report No. M6.STE.003,
October, 1998.
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years. Port fuel injected vehicles dominate in 1990 and later model years. Although not
explicitly shown in the table, new catalyst technology was phased slowly into the fleet starting
in the mid 1980's.

For this analysis, cars and trucks were each classified into the following model
year/technology groups:

MY Group / Technology Type - Cars

1988-93 Port Fuel Injection (PFI)
1988-93 Throttle Body Injection (TBI)
1983-87 Fuel Injection (PFI plus TBI)

1986-93 Closed Loop Carbureted/Open Loop
1983-85 CL Carb/Open Loop
1981-82 FI (PFI plus TBI)

1981-82 CL Carb/Open Loop

MY Group / Technology Type - Trucks

1988-93 Port Fuel Injection (PFI)
1988-93 Throttle Body Injection (TBI)
1981-87 FI (PFI plus TBI)

1984-93 Closed Loop Carbureted/Open Loop
1981-83 CL Carb/Open Loop

These groupings were selected on the basis of changes in emission standards or the
devel opment/refinement of new fuel metering or catal yst technol ogies. Because of therelatively
large amount of 1988-93 fuel injected data, this category was split into PFI technology and TBI
technology for both cars and trucks. This produces separate deterioration functions based on
these fuel delivery technologies and allows the modeling of the future penetration of PFI
technology into the in-use fleet.

3.0DETERMINATION OF RUNNING LA4 EMISSIONS

3.10verview of the Federal Test Procedure (FTP)

The Federa Test Procedure (FTP) isatest cycle which is used to certify new vehicles
to emission performance standards.? The FTP consists of a cold start segment (Bag 1), a hot
stabilized segment (Bag 2), and a hot start segment (Bag 3). Initialy, the vehicleis stored for

240 CFR Part 86, Subpart B, Section 86.144
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aminimum of 12 hours before testing to simulate a 12 hour overnight soak period. It isthen
driven over the cold start segment, which lasts 505 seconds over alength of 3.59 miles, and the
emissions collected as Bag 1. Bag 2 emissions are then immediately collected from the hot
stabilized segment, whichlasts 867 secondsover alength of 3.91 miles. After al0minutesoak,
the 505 seconds of the start segment is repeated and the emissions are collected as Bag 3.

The FTP composite emission rateisawel ghted combination of the three measured bags
designed to represent two trips. Thefirst trip isacold start after a 12 hour soak, and the other
isahot start after a 10 minute soak. Eachtripisa®“LA4" cycle, which isacombination of the
505 cycle (either Bag 1 or Bag 3) and the Bag 2 cycle. In atypical FTP test, the Bag 2 isonly
measured once and theresults are used for both trips. Sincethe 505 cycleis 3.59 mileslong and
the Bag 2 cycleis 3.91 miles long, each LA4 trip is 7.5 miles long. Based on findings about
driving activity fromtheoriginal FTP study, the cold start trip isweighted 43% and the hot start
trip weighted 57%. Hence the fraction of vehicle milestraveled (VMT) in Bag 1 (containing
the cold start) is:

FTPBag 1 VMT Weighting = 43%* (3.59 miles/ 7.5 miles) = 0.206

Similarly, since 57% of tripsinvolve ahot start, the VM T weighting for Bag 3 (containing the
hot start) is:

FTPBag 3 VMT Weighting = 57%* (3.59 miles/ 7.5 miles) = 0.273

The remaining VMT represents stabilized driving (Bag 2). Since it is used for both the cold
start and hot start trips, its VM T weighting is computed from both:

FTPBag 2 VMT Weighting = (43% + 57%)* (3.91 miles/ 7.5 miles) = 0.521

Thus, the standard VMT weighting of the bags reported in grams per mile (g/mi) for the full
FTPis:

FTP = (Bag 1+0.206) + (Bag 2*0.521) + (Bag 3*0.273)

where the fractions represent the proportion of vehicle miles traveled within the three modes
during the FTP trip in grams per mile.

3.2 Overview of the Hot Running 505 and Its Use

TheFTPtesting method outlined above doesnot all ow the preci se separation of start and
running emissions, since Bags 1 and 3 contain both start and running emissions. Bag 2 of the
FTP does not contain an engine start; however, the driving cycle used in the second bag is
significantly different from the cycle used for Bags 1 and 3. Thus, to estimate the amount of
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FTP emissions that can be allocated to engine start and running emissions, the concept of the
Hot Running 505 (HR505) must be introduced.

The HR505 refers to emissions measured from a driving test performed on the 505-
second cycle of FTP Bags 1 and 3 without an engine start.> Appending the HR505 cycleto a
standard three-bag FTP produces values that can be used to estimate the portions of Bags 1 and
3 attributable to start emissions following a 12 hour soak and start emissions following a 10
minute soak, respectively.

Since the HR505 has not historically been included in FTP test programs, a method of
estimating the HR505 from FT P bag datawas devel oped using datafrom aspecial test program.
Briefly, HR505 emissions were measured in a sample of 77 cars and trucks tested under EPA
contract. The resultsfrom this sample were used to devel op a correlation between the HR505
and FTP bag data. This correlation wasthen used to estimate HR505 resultsfor the larger FTP
dataset used in this analysis.

3.3 Basic Running L A4 Emission Rate

TheLA4 refersto acycle comprised of the 505-second driving cycleused for Bags1and
3 of the FTP and the 867-second cycle of Bag 2. Running LA4 emissions are defined as
emissions from this 1372-second cycle with no engine start. For the MOBILEG separation of
start and running emissions, the running LA4 represents the running portion. For agiven three-
bag FTP, running LA4 emissions can be estimated using a VM T-weighted combination of the
HR505 and the Bag 2 emissions (stabilized operation). Thisestimate containsall of thedriving
behavior in the LA4 cycle, without engine starts. Mathematicaly, it is given by:

Running LA4
Emissions = (HR505*(0.206+0.273)) + (Bag 2 * 0.521)
(grams/mile)

where 0.206, 0.273, and 0.521 arethe VMT weightings for Bags 1, 3, and 2, respectively.

Likethe FTP, running LA4 emissions are measured in units of grams per mile. This estimate
isproposed for usein MOBILEG asthe basi c exhaust emission ratefromwhich all other running
exhaust emission estimates are derived.

Using the methods described in this section, all emissions measured using the FTP and
reported by bag can be allocated to start or running emissions before analysis. Average running
LA4 and FTP emission rate estimates for each model year are shown in Table 2 for the light-

®Brzezinski, D. and P. Enns, “ The Determination of Hot Running Emissions from FTP
Bag Emissions’, Report No. M6.STE.002, December, 1997.
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duty cars and trucks in the EPA-industry sample used in this study.

40 FTP-BASED MODELSOF RUNNING LA4 DETERIORATION
WITH MILEAGE

This section describes the methodology EPA used to estimate the deterioration of
running emissions. Deterioration of running emissions as a function of mileage was
examined using a number of linear and nonlinear models. The goa was to develop a
description of deterioration that is consistent with both the available test data and with
engineering judgment of past and likely future technologies.

In particular, for the model year/technology sub-fleets identified above, adequate
dataare often absent in some part of the useful lifetime mileagerange. Such datagapsraised
concerns when trying to fit a single functional form to a given data set, as it usually was
found that no simple description of deterioration adequately describes the full range. For
example, a fitted least squares regression often tends to overestimate emissions at low

mileage.

A number of linear and nonlinear models of deterioration were examined. The
chosen models represent a balance of simplicity and engineering judgment. They take the
genera form of expressing emissions as a piecewise linear function of mileage. At low
mileage, emissionsare assumed to equal themean level estimated fromthosevehiclesinthe
dataset with less than 20,000 miles of accumulated driving. Thislevel appliesfor mileages
ranging from zero up to the mean mileage for those vehicles. This approach was thought to
givethebest prediction, sincethevehiclestested at [ow mileage should not be subject to any
recruitment bias influence. The 20,000 mile cutoff is somewhat arbitrary, and was
developed in coordination with the FACA In-Use Deterioration Workgroup.

At higher mileage, emissions are modeled to deteriorate linearly. While nonlinear
modelswereinvestigated, they did not provide significant improvement over ssmpler linear
forms. Two linear functions are used in the final models. (1) a least squares regression
using al the datathat is constrained to pass through the low mileage sample means; and (2)
aleast squares regression using all the data, with no constraints. The unconstrained linear
model was chosen asthe best representation of the dataat higher mileages. The constrained
line was chosen to provide a transition, when needed, between the low mileage mean and
the high mileage unconstrained regression. The connection between thesetwo linesismade
based on their relative positions for a given technology/model year class. With a few
exceptions, the following steps describe the calculation of this piecewise linear function.

1 For each of the model year/technology groups listed in Section 2.0, the mean CO,
HC, and NO, emissions, and the mean mileage were computed for all vehicleswith
an odometer reading of less than 20,000 miles. This value is used to model the
group’s low mileage emission level from zero miles up to the mileage determined

-6-



in step 2. An exception occurs when the mean emissionsfor the entire sampleisless
than the mean of the low mileage sub-sample, a case that is discussed below.

2. For each group, an (unconstrained) regression line was estimated for emissions
versus mileage.

a If thisline has positive slope and itsintercept islessthan thelow mileage
mean emissionsfrom (1) above, it defines estimated emissionsbeginning
at the mileage where it intersects the low mileage mean.

b. If the (unconstrained) regression has positive slope but the intercept is
greater than thelow mileage mean, the constrained line definesemissions
from the mean of the low mileage sub-sample to the mileage at which it
intersects the unconstrained line. Beyond that mileage, emissions are
estimated by the unconstrained line. Thus, the constrained line links the
other lines for an intermediate range of mileages.

C. If the unconstrained regression has negative slope or the mean of the full
sampleislessthan low mileage mean, emissionsfor all mileages are set
equal to the mean emissions for the full sample. This assures that
negative deterioration cannot occur.

While these rules do not encompass all possible scenarios, they do cover al
situations arising with the FTP data on which this analysisis based. The majority of cases
are covered by option 2(a), giving asimple two-piece function. The three-piece function of
2(b) applies to severa situations, usualy with only a small slope change from the
constrained to unconstrained line. Finally, the simple horizontal deterioration line of option
2(c) is needed for the CO fits of the 1988-93 TBI cars and the NOXx fits of the 1981-83
carbureted trucks. The underlying numerical estimates are listed in Table 3.

For the FTP data set, these rules appear to produce reasonable emission projections
in most cases. The two cases in which the full sample mean is less than the low mileage
mean are caused by afew low mileage outliers.

50 HIGH EMITTER CORRECTION FACTORS

Since the estimates of running emissions deterioration are based on FTP tests
obtained from public vehicle recruitment programs, there is some concern that low vehicle
recruitment acceptance rates (typically less than 25%) in these programs may introduce
recruitment bias. Whether such biasresultsin overestimation or underestimation of thetrue
emissionsdeteriorationisamatter of debate. This section addressesthisissue, describesthe
methodology for adjusting emission factor estimates to account for bias, and presents the
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results.

Most of the 1990 and later model year vehicle datafor this analysis were supplied
by the domestic automobile manufacturers (the AAMA dataset). The manufacturers have
expressed theopinionin FACA meetingsand M OBILE6 workshopsthat ownersof vehicles
experiencing problems would be more likely to respond to the manufacturers' recruitment
efforts, especially considering that repairswereincluded asan incentiveto participate. The
AAMA dataset isal so composed of vehiclestested when they wereroughly 2-3 yearsof age,
when gross emitters should be few in number and any recruitment biasinfluence should be
minimal.

Most of the pre-1990 data were collected by EPA; the average age of the vehicles
wasroughly 3-5yearsat thetimeof testing. Inthiscase, tampered vehiclesor vehicleswith
problems should be greater in number, but owners may be more reluctant to participate in
aprogram run by aregulatory agency, resulting in an underestimation of high emitters. The
CdliforniaAir Resources Board (CARB) hastested thishypothesis by comparing estimates
fromitsCALIMFAC emissionsinventory model, which are based on surveillance programs
similar to those run by EPA, with emissions obtained from a California Pilot Project fleet
with ahigh (60%) vehiclecapturerate. Ingeneral, the comparison showed that the model ed
estimates tend to underestimate emissions in older model year vehicles and dlightly
overestimate the emissions of newer vehicles. CARB developed high emitter adjustment
factors (HECFs) for usein its EMFAC model to account for these discrepancies.

EPA developed high emitter correction factors using IM240 data collected in
Dayton, Ohio during 1996-97. Like other inspection and maintenance (I/M) data, theseform
alargesampleof vehicleswithintheir geographical region, and are considerably | ess subject
to sources of bias found in non-mandatory programs. The data and their trandation to
running LA4 estimates are described in more detail in a separate document®.

Because of problemswith the Ohio dataodometer readings, the datawere condensed
to their mean running LA4 values by age, which then were associated with the
corresponding region-specific mileage accumulations obtained from 1995 Nationwide
Personal Transportation Survey (NPTS) data. After smoothing these valuesin the manner
required for usein MOBILES, these pointswere graphed with theemission ratesfitted from
the FTP data as described in Section 4. For each pollutant and within each model
year/technology group, the difference between the Ohio mean and FTP-based fit was
computed. These values were regressed through the origin against mileage. (The line was
forced through the origin so that at zero miles the difference is zero.) Findly, the fitted
differences were added to the fitted FTP-based values to obtain corrected values.

“Enns, P., E. Glover, P. Carey and M. Sklar, “ Analysis of Emissions Deterioration
Using Ohio and Wisconsin IM240 Data,” Report Number M6.EXH.002, October, 1998.
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In afew model year/technology groups, the Ohio adjustment is negative and, when
appliedtothedeterioration line, causes negative deterioration. For these cases, deterioration
is held equal to zero up to the mileage at which the adjusted emissions exceed the low
mileage constant level.

Figures 1 and 2 illustrate how the adjusted and original values compare for each
model year/technology group as a function of mileage for the car sample. Ninety-five
percent confidence bands for the unadjusted lines are drawn to help judge the impact of the
corrections. If the adjusted values fall inside these bands, it suggests that the Ohio IM240
dataagreesfairly closely with the FTP data, i.e., biasis not alarge problem. Otherwise, the
recruitment biasis more serious. The graphs show varying levels of disagreement between
the two data sources. In these graphs, the mileage interval for a given set of lines
correspondsto the average mileages assigned inthe NPT S survey to themodel yearsfor that
group of vehicles. For example, the 1990 to 1993 cars range in mileage from about 45,000
to 70,000. Thus, the graphs show line fits for those vehiclesin that interval.

Figures 3 to 9 present emission estimates for each model year/technology group as
afunction of mileage both with and without the high emitter correction factorsfor carsand
trucks. For MOBILESG, deterioration estimateswith the high emitter correctionswill beused.

6.0 RESULTS

Resultsfor each vehicle type/model year/technology group are presented in Tables
3 and 4. Included are the slopes and intercepts of the constrained and unconstrained
regression lines, low mileage emissions and mileage intervalsfor each line segment. Table
3, described in Section 4, gives the unadjusted slopes. Applying the adjustment factors
effectively changes the line segment slopes. The high emitter correction factors and the
corresponding adjusted slopes are displayed in Table 4.

Shown below is a sample calculation of running emissions. It illustrates how the
model coefficients given in Table 4 are used.

Example: Calculate HC running emissionsfor a1985 model year Fl-equipped car with:
a) 15,000 miles, b) 75,000 miles, and ¢) 125,000 miles.

From Table 4:

a) At 15,000 miles, mileage<first corner, therefore:

Running (g/mile) = ZML + (First Slope * Mileage)
= 0.1479 + (0.0000* 15)
=0.1479 g/mile



b)

At 75,000 miles, first corner<mileage<second corner, therefore:

Running (g/mile) = ZML + (First Slope * First Corner) +
(Second Slope) * (Mileage - First Corner)
= 0.1479 + (0.0000* 18.89) + (0.0078)* (75-18.89)
= 0.5855 g/mile

At 125,000 miles, mileage>second corner, therefore:

Running (g/mile) = ZML + (First Slope * First Corner) +
(Second Slope) * (Second Corner - First Corner) +
(Third Slope) * (Mileage - Second Corner)
= 0.1479 + (0.0000* 18.89) + (0.0078)*(81.38-18.89) +
(0.0059)* (125-81.38)
=0.8927 g/mile
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7.0 RESPONSE TO COMMENTSFROM PEER AND STAKEHOLDER

REVIEW

(1) “MOBILE6 Determination of Running Emissionsasa Function of Mileagefor 1981
- 1993 Moddl Year Light-Duty Cars and Trucks’, and (2) “Analysis of Emissions
Deterioration Using Ohio and Wisconsin IM 240 Data”

Comment #37 (AAMA) June 5, 1997

Comment: “EPA did not describe, however, how they intend to estimate
deteriorationfor current and futuretechnology vehicles, particularly Tier | and LEV -
type vehicles with extended durability (100K) and onboard diagnostic controls.”

EPA’s Response: EPA's estimates of future technology vehicle emission factors
can be found in documents M6.EXH.007 and M6.EXH.009. The first document
discusses the HC and NOx emission factors and the second paper discussesthe CO
emission factors.

Comment: “AAMA differs significantly with the EPA on its approach to estimate
in-use exhaust emissions and deterioration. EPA should not base in-use emission
rates used in MOBILEG on 1/M240 results, for the following reasons:

1.

EPA has not demonstrated sufficient correlation between the I/M 240 and
FTP.

EPA haslittle control over vehicletest fuel, preconditioning, or temperature
at which 1/M240 tests are conducted. The methods used by EPA in
MOBILES to correct 1/M240 results for temperature and fuel effects are
questionable.

The use of the 1/M 240 results along with dubious correlation equations and
correctionfactorsfor fuelsand temperaturevery likely result in EPA arriving
at emission rates for current and future vehicles that are significantly
differentthanthe CaliforniaAir ResourcesBoard's(ARB) emissionratesfor
exactly the same vehicles. If thisis the case, then EPA must explain why
these emission rates are so different than ARB's emission rates._If EPA is
convinced that the 1/M 240 must be used, then EPA should convince ARB to
estimate emission rates in the same way, so that some consistency in
emission rates on identical vehiclesis achieved.”
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EPA’s Response:

1 Emission results from the IM240 exhaust emission test procedure were not
used directly to estimate the emissions of vehicles using the FTP. The
IM240 was used primarily to assurethat recruitment biasin the FTP testing
did not affect the overal | emission deterioration estimate. Adjustmentswere
made to the IM240 results in order to approximate FTP emission levels,
however, these emission levels are never used to estimate FTP emission
levels for MOBILEG directly.

2. Theadjustmentsto IM240 resultsfor preconditioning, fuel and temperature
effects are applied only as an attempt to reduce, not eliminate, the effect of
these parameters. EPA feels that the application of these adjustments
improved the credibility of the overall analysis.

3. EPA does fedl that the emission estimates for similar future vehicles in
California and in the federal fleet should be comparable. However, since
the specific rules related to new vehicle certification federally and in
Californiaarenot identical, thereisroomfor disagreement on the emission
impact of the new rules. EPA and California are sharing data and methods
so that EPA is confident that, once all factors have been considered by both
groups, that the differences between EPA’s and California’s estimates of
emissions from future vehicles will be negligible.

Comment:: “EPA should not base FTP emission rates on fast-pass I/M 240 data, for
the same reasons as above. AAMA believes there will be a weak correlation
between fast-pass data and full 1/M 240 data, and a weak correlation between full
[/M240 data and the FTP. FTP values developed from fast-pass data and these two
weak correlations will be subject to a high degree of error.”

EPA’s Response: EPA admits that the relationship between the fast pass IM240
test and the FTP test is not well characterized in the work and may possess a low
level of correlation. Thiswould be particularly true for high emitting vehicles or
vehicles which possessintermittent emission problems. Fortunately, in the case of
high emitting vehicles (Ohio failures), no fast pass results were used since all
failures automatically received a full IM240 test.

Comment: “Theautomakers submitted extensivein-use FTP datato the EPA ayear
ago which show that emission ratesof 1990-1994 vehiclesaresignificantly lessthan
MOBILES estimates, furthermorethe datado not show any accel erated deterioration
after 50,000 miles as EPA now assumes. The emission rates developed from this
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data were similar to ARB's emission rates for the same vehicles. Data were
submitted on over 2,000 carsand 900 light duty trucks. Thisdatawas not mentioned
by EPA in the Workshop. This data significantly adds to the EPA dataon the same
model years, and should give EPA amuch larger databaseto analyzefor MOBILES.
AAMA urges that the MOBILEG6 emission rates should be based on all available
FTPtesting of vehiclesby various sources, including EPA, ARB, and the Industry.”

EPA’'sResponse: The EPA acknowledges the receipt of these data and their usein
characterizing in-use emission behavior. The FTP test data provide by these
various sources became the backbone of the MOBILEG emission factors. It was
used almost exclusively to characterizethe normal and high emitter emissionlevels.
It was also the basis for the average emission calculation presented in reports
M6.EXH.001 and M6.STE.002.

Comment: “100K and Useful Life Effects. For purposes of certification, under
Section 206 (Clean Air Act), emission standards were established for useful life
extendedto 10 yearsor 100,000 miles. EPA needsto explicitly incorporatethe effect
of this added requirement in the MOBILE model as this was not done in
MOBILES.”

EPA’s Response: The MOBILE6 1981-1993 model year emission factors were
empirically developed from the FTP and Ohio datasets, and no assumptions were
added to account for extended useful life. However, the 1994 and later vehicle
modeling was less empirical in nature, and contains factors that account for the
extension of the useful life from 50,000 miles to 100,000 miles.

Comment #56 (J.F. KOWALCZYK, State of Oregon) Dec. 19, 1997

Comment:: “It is recommended that EPA go through the precise calculations to
make the adjustment to mobile 6 based on Ohio I/M data and 1995 NPTS data as
outlined above. Additionally, EPA should use the 1995 NPTS mileage

factors in the final mobile 6 model which may necessitate speeding up

the Acurex work. The 1995 NPTS data is clearly more up-to-date and most

likely more accurate than the 1990 data. Regional specific NPTS mileage

data should be used as there appears to be significant differences

between regions.

| also recommend that CARB's revised EMFAC model, which according to
Mark Carlock should be availablein January, be analyzed against

mobile 6 and that full harmonization between the two models be sought

or, at the very least, abelievable explanation of the difference be
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provided.”

EPA’sResponse: Thefinal analysisby Acurexusedin MOBILEGincluded the 1995
Nationwide Personal Transportation Survey (NPTS) database. As suggested, the
regional NPTS results were used for estimating mileage accumulations in the
analysis of the Ohio I/M data.

We have attempted to coordinate with California as much as possible when
constructing MOBILES, including sharing of data and analysis. We have met
repeatedly with California Air Resour ce staff during the devel opment of MOBILEG
to share ideas. Some aspects of the California fleet, however, are unique to
California and will not be identical in the federal (non-California) fleet.

Comment #58 (Data Analysisteam, I n-Use Deterioration and M odeling Wor kgroups)
January 14, 1998

Comment: EPA should consider a broad range of mass emissions databases,
including those reviewed by the Team and those which EPA has said it is till
seeking to obtain and/or analyze (e.g., more complete Ohio IM240 data, California
Pilot I/M Program data). EPA should report to the Team at alater date its proposal
for the role of each data base in revising MOBILE, groupings of model year,
technology, model year/technology, emitter categories, etc. The team wishes to
review and discuss EPA’ sdraft revision of the in-use deterioration estimatesin the
MOBILE model.

EPA Response: EPA agreesthat the data summarized intheworkgroup report are
enough to warrant a serious reassessment of the MOBILESa emissions. EPA has
considered the data during that reassessment. EPA has presented interim analyses
to the Workgroup for review, including the model year/technology groupings
chosen, and therole of each data basein revising MOBILE. The documentation for
the proposed in-use deterioration estimates will be provided to the Workgroup for
review.

Comment: EPA should acknowledge the overestimation that results when
predicting future evaporative emissions based on current experience and existing
technology.

EPA Response: EPA agreesthat carsmeeting the new evapor ative test procedures
and standar ds should be model ed asbeing lower emitting in-usethan previouscars.
This was in fact the case in MOBILES, but the size of the difference is worthy of
reconsideration. The reconsideration ought to start with an understanding of the
causes of high evaporative emissions in the older cars, and then apply an
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under standing of how changes in design and materials would affect those causes.

Comment: EPA should takean activerolein obtaining high quality datafrom state
IM 240 programs.

EPA Response: EPA has obtained state IM240 data from Colorado, Arizona,
Wisconsin, and Ohio. Effort in 1998 is limited due to staff time and resource
constraints; however, weremain interested in encouraging and perhapsfinancially
supporting better preconditioning, more full IM240 tests, and more careful
recording of vehicle information, on a sizable sample of vehicles.

Comment: An Auto/Oil hot soak pilot study hasbeen conducted. In addition, CRC
has conducted areal timediurnal study that will measure 24 hour diurnal emissions
from 151 vehicles. EPA isaso conducting adiurnal emission study. The results of
these analyses should bereviewed when avail ableto provideinsight into evaporative
emissions deterioration.

EPA Response: EPA plansto use these data along with the data collected under
EPA sponsor ship.

Comment #83 (Rick Barrett, CDPHE) July 28, 1999

Comment: The 60-day comment period is not sufficient to complete the review of
MOBILE 6 documents.

EPA Response: We agreethat due to the simultaneous posting of |arge amounts of
MOBILE6 documents that a 60-day comment period may not be sufficient time to
completeathoroughreview of the MOBI LE6 documents. Assuch, we have accepted
comments for several months following the original 60-day deadlines.

Comment: “there is likely still an under prediction in both the frequency and
projected emissions levels of high emittersin the proposed Mobile 6 estimates.”

EPA Response:

EPA doesnot believethat the emission factor sand high emitter frequency contained
in MOBILEG seriously under or over predict (within areasonable statistical range)
theemission resultsthat have been collected fromvehiclesor will likely be collected
fromtypical vehicleemissiontesting. Thisconclusionisbacked up by considerable
laboratory and in-use IM240 testings, and by recent repeat testing of vehicles
(multiple tests over a long period of time).

-15-



However, it doesn't necessarily mean that the emission factors based on
dynamometer tests exactly match either individual vehicle behavior or even fleet
behavior inthe‘real world’. Vehicle emission testing has confirmed that individual
vehicle emission behavior ishighly variable. Thus, any individual vehicle or small
sample of vehicles may have results which are considerably different that these
averages. Also, the ‘real world' may contain factors that greatly affect emissions
which have not been accounted for in the MOBILE6 modeling due to testing and
experimentation resource limits.

Comment: The EPA has several documents related to the Tier O and Tier 1
vehicles, as well as I/M effects, which show the high emitting vehicles have a
constant average emission rate with respect to age or mileage. CDPHE staff believes
this assumption does not make sense. As a result of an audit of Colorado's I/M
program conducted last year by Environ, vehicles identified as failures, and then
repaired, were deteriorating at a faster rate than the remainder of the fleet. In
addition an analysis of Colorado’ s data conducted by Peter M cClintock has shown
that high emitters average emissions do increase with age. CDPHE staff believes
EPA should reevaluate these assumptions based on I/M data where the emissions
performance of the same vehiclescan betracked through multipleinspection cycles.

EPA Response: The assumption of zero deterioration of High emitters was made
because absolutely no correlation could be found in the data (FTP and a limited
sampleof Ohio I/M data) that indicated that it isa function of mileage or age. Thus,
the assumption of a constant emission level with respect to mileage or age is the
most prudent assumption to make. The engineering rationale for this assumption
isthat the more serious emission related problems are not necessarily more likely
to occur at high mileage than at low mileage. However, the large observed
variance of the high emitter level does suggest that a variety of emission related
problems occur, and that they can occur at any mileage (few problem occur under
20,000 miles, though). Therising High emitter fraction with mileage also implies
that the frequency of High emitter appearance increases with mileage.

Comment: The CDPHE staff feels that EPA has made reasonable assumptions
regarding the effectiveness of OBD systems and motorist response to OBD MIL
indications.

EPA Response: Thanks.

Comment #85 (Joel Schwartz, California Inspection & Maintenance Review
Committee) August 3, 1999
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Comment: Data biases should be examined and corrected: Some cars never get
tested. Some motorists prepare for the test by setting up their car to pass the test
without making substantive repairs. And some motorists make substantive repairs
to their carsin preparation for the test. Either (1) validate the IM 240 test-lane data
against data collected in random roadside pullovers or by remote sensing, or (2) use
roadside or RSD data to generate the emission factors for the model. Base RSD
credits on more representative RSD data and encourage the use of the CRC best
practices for collection of high-quality RSD data.

EPA Response:
(Also seeresponses #1 and #20 of section 7 of M6.IM.001)

The remote sensing device (RD) hasthe potential to collect massive amounts of in-
use data that could potentially be used for the development of emission factor
modelsor the confirmation of emission factor models. Unfortunately, at the time of
data collection and analysis, high quality RSD data in large quantities were not
available for use. Also, the quality and applicability of use of RSD data is
frequently dependent on the actions of individual operators and the specific test
locations. Improper siting of the RSD units can lead to results which are not
representative of overall vehicle operation (100% ramp siting for example), or do
not measure a random sample of the vehicle population.

Comment: Base model assumptionson real-world datafrom vehicleemissionsand
human behavior studies, and not onincorrect pre-conceptionsabout the way people,
vehicles, or programs ought to behave. EPA should provide justification for
“Engineer Assumptions’. I/M “ Saw-Tooth” does not represent real I/M programs.
Human behavior should explicitly included in the model. Real-world data should
drive evaporative emissions calculation. RSD benefits are contingent on incorrect
assumptions about effectiveness of scheduled I/M programs

EPA Response:

(Also see Response #20 of section 7 of M6.1M.001)

The RSD benefits have been removed from the MOBILEG6 model.

Comment: MOBILE should not be used for regulatory purposes until it has been
appropriately validated. Include multiple internal validation checks so users can
ensurethat MOBILE’ soutput jibeswith real-world measurements, both overall and

indetail. Makereal-world measurements, rather than MOBILE predictions, thefinal
arbiter of the emissions reduction credit attributed to an I/M program.

-17-



EPA Response: The process for using a model such asthe MOBILE model series
for regulatory purposes rather than conducting a multitude of elaborate and
expensive studies of ‘real world’ emissions has been established through Federal
regulation over several decades. Until this process has been changed, the need for
MOBILEG6 will continue.

Comment #87 (Alison Pollack, Till Stoeckeniusand Cuong Tran, Environ) August 18,
1999

Comment: Commentsfrom Peter McClintock of Applied Analysis(7/4/1999) and
Tom Wenzel of Lawrence Berkeley National Laboratory.

EPA Response: Arethesecommentsanswered or addressed? Commentsfrom Peter
McClintock of Applied Analysis (7/4/1999 conversion of IM240 to running LA4
and 6/25/1999 memo to Phil Lorang regarding change vehicleregistration patterns)

Comment: Fast Pass time is incorrectly included in the regression during
conversion of fast passto full IM240 using Wisconsin data. Fast passtime (variable
name FSEC in EPA regressions) is assumed to be linearly related to the log of fast
pass emissions.

EPA Response: It would seemlogical that the fast passtimewould be a significant
variable in the correlation between fast pass IM240 and the Full IM240. It's
exclusion would clearly be a mistake. Only Phil Enns can definitively answer this
question. However, it is my understanding that he double checked all of his
regression equations, and found and corrected any errors that may have been
present.

Comment: Use of thelogarithmic transformation is inappropriate and reduces the
effects of the high emitters, leading to underprediction of emissions.

EPA Response: Because of the highly skewed nature of vehicle emission data, a
logarithmic transformation was necessary in-order to perform standard least-
squares regression analysis. In order to overcome any possible under-prediction
of emissions, an additive and positive logarithmic transfor mation factor was added
totheregression equation. It hasthe effect of increasing the average emissionsand
restoring the effect of high emitters. It is a valid and fairly commonly used
statistical transformation.
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Comment: Werecommend that EPA review the proposed approach for estimating
M OBILESG deteriorationrates, taking into account the commentsreceived, and revise
the data bases and modeling methods accordingly. In addition, we recommend that
EPA perform sensitivity and uncertainty analyses to guide further data collection
efforts. In addition, as stated above, we recommend that EPA make all data sets
readily publicly available, and also that full regression statistics be provided for any
regression models using in the devel opment of these and other MOBILEG emission
factors.

EPA Response: Throughout this process EPA has reviewed all comments and
revised our methodol ogy when appropriate. All non confidential or non proprietary
data setswill be made public for subsequent analysis, and most regression models
will also be available as part of the report.

Comment #39 (Robert Slott, Consultant) Auqust 23, 1999

Comment: “... large data sets of random full IM240 measurements exist in a
number of states. These data sets should be used to get a first approximation of
deterioration rates in each of these states” “Analysis of remote sensing
measurements, corrected for vehicle specific power, should be developed to give
more realistic on-road deterioration.”

EPA Response: Data from IM240 testing donein Ohio and Wisconsin was used in
MOBILESG to adjust the deterioration of the national average fleet estimates in
MOBILE6. Time and resources were not available to do a more extensive review
of the available IM240 testing results from other Sates. There was not a sufficient
consensus on how to interpret remote sensing measurementsin order to use them
for estimating on-road deterioration for MOBILE6. The appropriate use of remote
sensing will be considered as a part of future EPA model development.
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Figure 1:

1981—-93 FUEL INJECTION CARS

RUNNING LA4: FTP—BASED MOBILES and OHIO IM240 ADJUSTMENTS
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Figure 2: RUNNING LA4: FTP—BASED MOBILE6 and OHIO IM240 ADJUSTMENTS
1981—-88 CARBURETED CARS
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Figure 3: FTP—BASED MOBILE6 PROJECTIONS and OHIO IM240 ADJUSTMENTS
RUNNING LA4, 1988—-93 PFI CARS

HC (g/mi)

124

104

08

067

047

027

0.0+

CO (g/mi)
16

NOX (g/mi)
159

107

05

001 . . .
o 50 100 150 200

MILES (x1000)
®-@-® FTP-BASED 555 ADJUSTED

-22-



Figure 4: FTP—BASED MOBILE6 PROJECTIONS and OHIO IM240 ADJUSTMENTS
RUNNING LA4, 1988—-93 TBI CARS
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Figure 5: FTP—BASED MOBILE6 PROJECTIONS and OHIO IM240 ADJUSTMENTS
RUNNING LA4, 1986—93 CARB CARS
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Figure 6: FTP—BASED MOBILE6 PROJECTIONS and OHIO IM240 ADJUSTMENTS
RUNNING LA4, 1983—-87 FI CARS

HC (g/mi)

201

NOX (g/mi)

20

157

107

057

001 . . .
o 50 100 150 200

MILES (x1000)
®-@-® FTP-BASED S5-5-5 ADJUSTED

-25-



Figure 7: FTP—BASED MOBILE6 PROJECTIONS and OHIO IM240 ADJUSTMENTS
RUNNING LA4, 1983—-85 CARB CARS
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Figure 8: FTP—BASED MOBILE6 PROJECTIONS and OHIO IM240 ADJUSTMENTS
RUNNING LA4, 1981-82 FI CARS
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Figure 9: FTP—BASED MOBILE6 PROJECTIONS and OHIO IM240 ADJUSTMENTS
RUNNING LA4, 1981—-82 CARB CARS
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Tablel
Distribution of Vehiclesby Model Year and Technology for the Combined FTP Dataset

| | CARS | TRUCKS | |
| L EE RS R R EEEREEEEE | |
| | TECHNCOLOGY | | TECHNCOLOGY | | |
| | o | SUB |- | SuB | |
| | CARB | OPLP | PFI | TBI | TOTAL | CARB | OPLP | PFI | TBI | TOTAL | TOTAL

| ------ +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - |
| 81 | 657| 367| 29| 15| 1, 068| | 124 | | 124| 1,192
| ------ +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - |
| 82 | 71| 71| 8| 74| 224 | 45| | | 45| 269
| ------ +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - |
| 83 | 57| 63| 62| 127| 309| 3| 8| | | 11] 320
| ------ +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - |
| 84 | 30| 5] 35| 46| 116| 22| 26| 1] | 49| 165
| ------ +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - |
| 85 | 74| 24| 66| 56| 220| 30| 33| 6| 13| 82| 302|
| ------ +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - |
| 86 | 34| 7| 92| 60| 193] 9| 14| 41| 23] 87| 280|
| ------ +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - |
| 87 | 17| 1] 106| 76| 200| | | 4 6| 10| 210
| ------ +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - |
| 88 | 15| | 113| 69| 197| | | | | | 197
| ------ +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - |
| 89 | 22| | 103| 38| 163| | | | | | 163
| ------ +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - |
| 90 | | | 250| 160| 410]| | | 1] 144 145 555|
| ------ +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - |
| 91 | | | 426]| 91| 517| | | 144 141 285 802
| ------ +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - |
| 92 | | | 347| 57| 404| | | 92| 92| 184 588
| ------ +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - +- - - - - |
| 93 | O O 366| 29| 395| O O 93| 90| 183 578

M6.EXH.001 -29-



| TOTAL |  977| 538 2,003| 898| 4,416 64| 250 382 509| 1,205 5,621
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Table2
Mean Running LA4 and FTP Emission Levelsby Model Year for Light-Duty Carsand Trucks
for the Combined FTP Dataset

| HC_ RUN | HCFTP | CO RUN | COFTP | NOX_RUN] NOFTP | HC_RUN | HCFTP | CO RUN | COFTP
| NOX_RUN| NOFTP

| 0.421] 0.706] 6.489] 9.667| 0.795 0.897| 0.759] 1.275| 10.876|
18. 158 1.662| 1.752]

| 0.588] 0.789] 5.394| 8.318 0.750] 0.872| 1.163] 1.732| 8.987|
16.774| 1.740] 1.732

| 0.230] 0.431] 2.760] 5.073| 0.677] 0.806| 0.865 1.361] 5.759|
13.225| 1.405| 1.435|

| 0.533] 0.756] 7.622| 9.968 0.785 0.893| 0.419] 0.802| 3.597|
10. 633| 1.387| 1.405|

| 0.355| 0.533] 5.561| 6.935 0.687] 0.770| 0.923] 1.281] 8.999|
14.465| 1.354] 1.388|
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S S |
| 86 | 0. 759| 0. 926 8.738| 10.432| 0. 612] 0. 713| 0. 561 0. 823 6. 248|
8. 789 1. 006| 1. 057|
[ ------ +- - e e - - - +- - e e - - - +- - e e - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - -
S S |
| 87 | 0. 456 0. 656 7. 005| 8. 366| 0. 698| 0. 789| 0. 164| 0. 401 2. 959|
4. 610]| 0. 531 0. 605|
[ ------ +- - e e - - - +- - e e - - - +- - e e - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - -
Fom - - Fo- oo -
| 88 | 0. 212] 0. 406 3. 344 4.574| 0. 564| 0. 668|
[ ------ +- - e e - - - +- - e e - - - +- - e e - - +--l-----+--|-----+--|-----+ ------- +- - e e - - - +- - e e - - - +- - e e - - -
S S |
| 89 | 0. 152| 0. 311 2. 645| 3. 911 0. 553 0. 652|
[ ------ +- - e e - - - +- - e e - - - +- - e e - - +--l-----+--|-----+--|-----+ ------- +- - e e - - - +- - e e - - - +- - e e - - -
S S |
| 90 | 0. 109| 0. 274| 2.087| 3. 614| 0. 400| 0. 633 0. 163| O 2. 245|
.| 0. 376| .|
[ ------ +- - e e - - - +- - e e - - - +- - e e - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - -
Fom - - Fo- oo -
| 91 | 0. 078| 0. 237| 1.572] 3. 145 0. 353 0. 524 0. 187| 0. 800| 2. 228|
9. 510| 0. 486 0. 885|
[ ------ +- - e e - - - +- - e e - - - +- - e e - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - -
S S |
| 92 | 0. 094| 0. 267| 2. 599| 4. 327]| 0. 322] 0. 508| 0. 152| O 2.172]
.| 0. 469| .|
[ ------ +- - e e - - - +- - e e - - - +- - e e - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - - +- - e e - - -
S S |
| 93 | 0. 061 0. 225 0. 977| 2. 551 0. 286 0. 466| 0. 137| 0. 420| 1. 668|

5.363| 0.459| 0.847|
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Running Emission Deterioration Model Coefficientsfor HC (Unadjusted)

Table3

Light-Duty Cars

ModelYear/ | ZML Mean First First Second Second Third
Technology | Emissions Slope Corner Slope Corner Slope
(gr/m) (gr/m/2000 m)| (1000 miles) |(gr/m/1000 m)| (1000 miles) | (gr/m/1000 m)
88-93 PFI 0.0516 0.0000 20.03 0.0023 N/A N/A
88-93 TBI 0.0843 0.0000 34.39 0.0020 N/A N/A
83-87 Fl 0.1479 0.0000 14.10 0.0079 81.38 0.0060
86-93 CARB 0.0815 0.0000 19.83 0.0019 N/A N/A
83-85 CARB 0.1691 0.0000 25.24 0.0095 N/A N/A
81-82 Fl 0.1240 0.0000 11.29 0.0038 70.55 0.0037
81-82 CARB 0.2108 0.0000 10.18 0.0110 N/A N/A
Light-Duty Trucks

88-93 PFI 0.0932 0.0000 23.40 0.0025 N/A N/A
88-93 TBI 0.0783 0.0000 16.24 0.0043 55.16 0.0042
84-93 CARB 0.2495 0.0000 22.03 0.0136 N/A N/A
81-87 FI 0.2927 0.0000 29.38 0.0136 N/A N/A
81-83 CARB 0.6587 0.0000 15.99 0.0110 N/A N/A

Note: Thefirst slopeiszero, sinceit isassumed that the ZML emission rateis constant from zero milesto thefirst corner. For the
cases with asingle corner, the second slope is determined from the unconstrained regression and the corner occurs at the mileage
where that line intersects the ZML mean emissions. For the case with two corners, the second slope was obtained using a
regression line constrained to pass through the ZM L mean emissions-mileage. Thethird slopeisfor the unconstrained regression
line and applies at mileages above the second corner. (Unadjusted refers to estimates obtained using the FTP dataset only.)

M6.EXH.001
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Running Emission Deterioration Model Coefficientsfor CO (Unadjusted)

Table 3 (cont.)

Light-Duty Cars

ModelYear/ | ZML Mean First First Second Second Third
Technology | Emissions Slope Corner Slope Corner Slope
(gr/m) (gr/m/1000 m)| (1000 miles) |(gr/m/1000 m)| (1000 miles) |(gr/m/1000 m)
88-93 PFI 0.7983 0.0000 13.78 0.0397 N/A N/A
88-93 TBI 2.5684 0.0000 N/A N/A N/A N/A
83-87 FI 2.1416 0.0000 14.10 0.1142 69.78 0.0898
86-93 CARB 0.6910 0.0000 21.13 0.0307 N/A N/A
83-85 CARB 1.0983 0.0000 22.69 0.1739 N/A N/A
81-82 FI 1.7270 0.0000 16.62 0.0585 N/A N/A
81-82 CARB 2.9361 0.0000 8.79 0.1494 15.02 0.1459
Light-Duty Trucks

88-93 PFI 0.9017 0.0000 16.80 0.0357 58.68 0.0297
88-93 TBI 1.1439 0.0000 17.54 0.0491 N/A N/A
84-93 CARB 1.5384 0.0000 19.30 0.1986 N/A N/A
81-87 Fl 5.2337 0.0000 55.03 0.0644 N/A N/A
81-83 CARB 9.0704 0.0000 18.86 0.0635 N/A N/A

Note: Thefirst Slopeiszero, sinceit isassumed that the ZML emission rateis constant from zero milesto thefirst corner. For the
cases with asingle corner, the second slopeis determined from the unconstrained regression and the corner occurs at the mileage
where that line intersects the ZML mean emissions. For the case with two corners, the second slope was obtained using a
regression line constrained to passthrough the ZM L mean emissions-mileage. Thethird slopeisfor the unconstrained regression
line and applies at mileages above the second corner. (Unadjusted refers to estimates obtained using the FTP dataset only.)
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Table 3 (cont.)
Running Emission Deterioration Model Coefficientsfor NOx (Unadjusted)

Light-Duty Cars

ModelY ear/ ZML Mean First First Second Second Third
Technology Emissions Slope Corner Slope Corner Slope
(gr/m) (gr/m/2000 m)| (1000 miles) |(gr/m/1000 m)| (1000 miles) | (gr/m/1000 m)
88-93 PFI 0.2582 0.0000 18.58 0.0048 N/A N/A
88-93 TBI 0.2931 0.0000 21.55 0.0047 N/A N/A
83-87 FI 0.5976 0.0000 34.25 0.0042 N/A N/A
86-93 CARB 0.5522 0.0000 26.12 0.0023 N/A N/A
83-85 CARB 0.5614 0.0000 12.52 0.0059 N/A N/A
81-82 FI 0.6370 0.0000 16.36 0.0129 N/A N/A
81-82 CARB 0.6121 0.0000 8.79 0.0063 17.00 0.0060
Light-Duty Trucks

88-93 PFI 0.3782 0.0000 21.20 0.0044 N/A N/A
88-93 TBI 0.3346 0.0000 16.24 0.0040 55.16 0.0032
84-93 CARB 1.3234 0.0000 22.20 0.0040 N/A N/A
81-87 Fl 0.5388 0.0000 21.43 0.0084 N/A N/A
81-83 CARB 1.6660 0.0000 N/A N/A N/A N/A

M6.EXH.001
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Note: Thefirst slopeiszero, sinceit isassumed that the ZML emission rateis constant from zero milesto thefirst corner. For the
cases with asingle corner, the second slope is determined from the unconstrained regression and the corner occurs at the mileage
where that line intersects the ZML mean emissions. For the case with two corners, the second slope was obtained using a
regression line constrained to pass through the ZM L mean emissions-mileage. Thethird slopeisfor the unconstrained regression
line and applies at mileages above the second corner. (Unadjusted refers to estimates obtained using the FTP dataset only.)




Table4
High Emitter Adjusted Running Emission Deterioration
Model Coefficientsfor HC

Light-Duty Cars

ModelY ear/ ZML Mean First First Second Second Third Adjustment
Technology Emissions Slope Corner Slope Corner Slope Additive
(gr/m) (gr/m/2000 m)| (1000 miles) |(gr/m/1000 m)| (1000 miles) |(gr/m/1000 m)|(gr/m/1000m)
88-93 PFI 0.0516 0.0013 20.03 0.0036 N/A N/A 0.0013
88-93 TBI 0.0843 0.0013 34.39 0.0033 N/A N/A 0.0013
83-87 FI 0.1479 0.0000 18.89 0.0078 81.38 0.0059 -0.0001
86-93 CARB 0.0815 0.0039 19.83 0.0058 N/A N/A 0.0039
83-85 CARB 0.1691 0.0003 25.24 0.0098 N/A N/A 0.0003
81-82 FI 0.1240 0.0094 11.29 0.0132 70.55 0.0131 0.0094
81-82 CARB 0.2108 0.0048 10.18 0.0158 N/A N/A 0.0048
Light-Duty Trucks

88-93 PFI 0.0932 0.0013 23.40 0.0038 N/A N/A 0.0013
88-93 TBI 0.0783 0.0013 16.24 0.0056 55.16 0.0055 0.0013
84-93 CARB 0.2495 0.0000 36.01 0.0083 N/A N/A -0.0053
81-87 FI 0.2927 0.0000 40.58 0.0099 N/A N/A -0.0038
81-83 CARB 0.6587 0.0018 15.99 0.0127 N/A N/A 0.0018

Note: Adjusted refers to estimates obtained using the high emitter correction factors. To obtain the adjusted values, the additive
adjustmentsgivenin thistablewere applied to the unadjusted slopesin Table 3. Slope values of zero were assigned in caseswhere
the additive adjustments would have resulted in negative deterioration.
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Table 4 (cont.)
High Emitter Adjusted Running Emission Deterioration
Model Coefficientsfor CO

Light-Duty Cars

ModelY ear/ ZML Mean First First Second Second Third Adjustment
Technology Emissions Slope Corner Slope Corner Slope Additive
(gr/m) (gr/m/2000 m)| (1000 miles) |(gr/m/2000 m)| (1000 miles) |(gr/m/1000 m)|(gr/m/1000m)
88-93 PFI 0.7983 0.0310 13.78 0.0707 N/A N/A 0.0310
88-93 TBI 2.5684 0.0310 N/A N/A N/A N/A 0.0310
83-87 FI 2.1416 0.0000 19.04 0.1091 69.78 0.0846 -0.0051
86-93 CARB 0.6910 0.0727 21.13 0.1034 N/A N/A 0.0727
83-85 CARB 1.0983 0.0000 25.68 0.1537 N/A N/A -0.0203
81-82 FI 1.7270 0.1817 16.62 0.2401 N/A N/A 0.1817
81-82 CARB 2.9361 0.1414 8.79 0.2908 15.02 0.2873 0.1414
Light-Duty Trucks

88-93 PFI 0.9017 0.0326 16.80 0.0683 58.68 0.0623 0.0326
88-93 TBI 1.1439 0.0326 17.54 0.0817 N/A N/A 0.0326
84-93 CARB 1.5384 0.0000 28.90 0.1327 N/A N/A -0.0660
81-87 FI 5.2337 0.0545 55.03 0.1190 N/A N/A 0.0545
81-83 CARB 9.0704 0.1040 18.86 0.1675 N/A N/A 0.1040

Note: Adjusted refers to estimates obtained using the high emitter correction factors. To obtain the adjusted values, the
additive adjustments given in this table were applied to the unadjusted slopesin Table 3. Slope values of zero were assigned
in cases where the additive adjustments would have resulted in negative deterioration.
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Table 4 (cont.)

Light-Duty Cars

High Emitter Adjusted Running Emission Deterioration
Model Coefficientsfor NOx

ModelY ear/ ZML Mean First First Second Second Third Adjustment
Technology Emissions Slope Corner Slope Corner Slope Additive
(gr/m) (gr/m/2000 m)| (1000 miles) |(gr/m/2000 m)| (1000 miles) |(gr/m/1000 m)|(gr/m/1000m)
88-93 PFI 0.2582 0.0010 18.58 0.0058 N/A N/A 0.0010
88-93 TBI 0.2931 0.0010 21.55 0.0058 N/A N/A 0.0010
83-87 FI 0.5976 0.0023 34.25 0.0064 N/A N/A 0.0023
86-93 CARB 0.5522 0.0021 26.12 0.0045 N/A N/A 0.0021
83-85 CARB 0.5614 0.0003 12.52 0.0062 N/A N/A 0.0003
81-82 FI 0.6370 0.0000 30.66 0.0069 N/A N/A -0.0060
81-82 CARB 0.6121 0.0003 8.79 0.0066 17.00 0.0063 0.0003
Light-Duty Trucks
88-93 PFI 0.3782 0.0002 21.20 0.0046 N/A N/A 0.0002
88-93 TBI 0.3346 0.0002 16.24 0.0042 55.16 0.0034 0.0002
84-93 CARB 1.3234 0.0000 1754.24 0.0001 N/A N/A -0.0040
81-87 FI 0.5388 0.0000 32.21 0.0056 N/A N/A -0.0028
81-83 CARB 1.6660 0.0008 N/A N/A N/A N/A 0.0008

Note: Adjusted refers to estimates obtained using the high emitter correction factors. To obtain the adjusted values, the
additive adjustments given in this table were applied to the unadjusted slopesin Table 3. Slope values of zero were assigned
in cases where the additive adjustments would have resulted in negative deterioration.
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